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Jay Yaggy, owned hardware store in Cherokee before and after the bypass. 
He was very concerned when the bypass was first proposed but it did not 
affect his business. He and the other businessmen overreacted he said. He 
felt the bypass created a much improved living environment for residents 
and a nicer shopping environment. 

Don Speelman, owner of Lamplighter Motel and Speelman Steak House. When 
the bypass was constructed, he felt the bypass reduced his steak house 
business by 20 percent. The motel business was not affected by the bypass. 
He sold the motel in 1972 and sold the steak house in 1984. (Note: A 
former mayor of Cherokee indicated that other mitigating circumstances may 
have caused much of his loss of business at the steak house.) 

Interview with a group of six citizens in a downtown cafe in Cherokee. 
They said it was nice getting the highway traffic out of town. ''It was a 
godsend'' said one woman. The reduction in accidents with highway traffic 
usually involved local people also. They said the city should limit the 
number of city streets intersecting with the bypass to control traffic in 
residential areas. Two of the citizens were from out of town. They felt 
the improvements to IA 3 and U.S. 59 have made it much easier and safer to 
come to town. 
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7. Sales to through travelers make up a much smaller portion of a 
community's total business activity than is commonly supposed. 

8. The geographical location of the highway, as well as the type of 
signs used, will influence the economic impact that the relocation 
will have upon a bypassed community. 

9. Retail business in most of the bypassed cities made relatively 
greater gains than in the state as a whole. If business gained, 
it increased more than the state average; if it declined, the 
decline was less. 

In general it can be concluded that the economic effect of a highway bypass 
on small communities involves an initial decline in total sales which is 
followed by an increase which is higher than the state average. Certain 
highway-oriented businesses are most adversely affected but many of these 
recover through adjustments toward local trade for stability. The claim 
that a bypass will "kill" business in a small town is refuted by the 
findings of numerous research studies of the economic impact of bypass 
facilities which have been constructed. 
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BYPASS STUDIES COMPLETED OUTSIDE OF IOWA 
ECONOMIC EVALUATION OF TWO INDIANA BYPASSES 
(No date or locations referenced in summary statement) 
Highway Research Board Bulletin 

This paper was developed from before-and-after studies conducted on two 
Indiana bypasses. The before part of the studies was made prior to the 
completion of the bypasses while the after part was conducted about six 
months after the opening of the facilities to traffic. The cities chosen 
for the studies, although differing in size and location, are similar to 
many others which are presently considering means of relieving local 
traffic congestion. The effects of the bypasses on traffic, accidents, 
land use, land value, and business in each of these two communities are 
presented. It is shown that these two bypasses have had significant 
similar, and largely beneficial effects. The bypasses effectively routed 
through traffic around both cities, but eased congestion in the business 
district of only one of them. The bypasses accelerated the urban 
development of the rural areas through which they passed and within a few 
months increased the land value of that area by 50 percent. The majority 
of businessmen believed the bypasses were beneficial and had not had detri­
mental effects on their business. A few fringe-area businesses which were 
primarily dependent on transient trade did suffer considerably. On the 
detrimental side, the severity of accidents on the bypasses, with more 
injuries and fatalities, more than offset the reduction in accidents which 
occurred within the cities. It is concluded that a bypass facility should 
be constructed only after a thorough analysis of all local factors and that 
some method, such as limited access, should be employed to control develop­
ment along the route so as to insure safer facilities and maximum economic 
return to the state and to the users of the facility. 

INTERSTATE HIGHWAY IMPACT IN THE JAMESTOWN-VALLEY CITY AREA 
North Dakota State Highway Department, 1964 

The 40-mile section of I-94 from Jamestown (pop. 16,280) to Valley City 
(pop. 7,774) was opened in October 1958, bypassing these two and the 
intervening towns. This study was designed to measure the impact of I-94 
on business activity in the area, primarily on Jamestown and Valley City. 
Major findings of the study were: 1) no significant effect on overall 
business activity in either Jamestown or Valley City, 2) great increase in 
the value of choice land at the Jamestown interchange, and 3) no apprecia­
ble effect on the value of rural land. 

LONG-TERM ECONOMIC EFFECTS OF HIGHWAY SO 50 BYPASS ON TYNDALL, SOUTH DAKOTA 
South Dakota Department of Highways, 1967 
Bureau of Public Roads 

Economic and other effects are studied on the town of Tyndall, South 
Dakota, (pop. 1,253) resulting from the construction and subsequent use of 
the South Dakota Highway 50 bypass route. Sales for the town of Tyndall as 
a whole have not been affected by the existence of the bypass route. The 
non-highway-oriented type of business prospered reasonably well and was 
unaffected or affected positively by the addition of the bypass route. 



-19-

Adverse effects were noted by the researchers on highway-oriented types of 
businesses (service stations, restaurants, taverns and motels). The 
traffic pattern has, as expected, changed noticeably after the addition of 
the bypass route. The through traffic has been removed from Tyndall •s 
business district and streets which resulted in less traffic congestion and 
greater traffic safety along the old route through Tyndall. The new higher 
speed bypass facility was the scene of a number of accidents, especially 
during the year 1968. The dollar volume of property damage and the number 
of injuries have increased during the years after the addition of the 
bypass facility. The number of accidents and number of vehicles involved 
in these accidents, however, were lower each year, except during the years 
1957 and 1966, on the old and the new route on South Dakota Highway 50 
after the addition of the bypass route than they were on the old route 
through Tyndall before the addition of the bypass route. 

THE ECONOMIC EFFECTS OF A HIGHWAY BYPASS ON AUSTIN 
Minnesota Department of Highways, 1968 

Study was made of the economic impact of a highway bypass near Austin, 
Minnesota, (pop. 23,020) when the alternate highway bypassed 5,000 vehicles 
a day or more than half of the daily total away from the main business 
district. Total retail sales in 1967 exceeded the 1962 figure by 18 
percent, and topped the 1957 mark by 33 percent. Those retail outlets 
whose business volume is largely dependent on the flow of traffic past 
their doors, cafes, bars, and service stations, have recorded considerable 
gains in business volume since the traffic was diverted to the new freeway 
facility. Commercial activity has not increased greatly along or near the 
bypass route. The bypass neither decreased the value of property along the 
old route, nor did it put an end to construction along the old route. The 
greatest growth in the entire city occurred along the old route close to 
the bypass, and other bisecting routes that connect the downtown area with 
the alternate facility. The value of vacant land near the I-90 access 
points has undergone a tremendous increase when compared to vacant land in 
other parts of the city. The new facility has contributed to an exception­
al safety record. The decrease in heavy traffic flow has had a favorable 
effect on the downtown area. The decrease in congestion has encouraged 
more shoppers to come into Austin. 

RATON BYPASS STUDY - AFTER PHASE 
New Mexico State University, 1967 

This is the after phase of a study of the impact of the Bypass on Raton 
(pop. 8,225). Nearly six years have passed since the completion of the 
bypass. A surprising development is that tourist-related business has 
increased for the city far more than vehicular traffic. Gasoline sales are 
up 10 percent, motel and restaurant sales up 14 percent and employment up 
17 percent in 1966 over 1958. These gains are not distributed geograph­
ically with several sections of the city declining both relatively and 
absolutely in almost all categories. All restaurants and all motels which 
were operating in 1958, except one, were still in business in 1966. Mor­
tality rates of service stations, as might be expected, were considerably 
higher. The researcher concludes that the construction of the bypass did 
not provide the boost to a lagging economy envisioned by those who 
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originally requested the highway department to build the bypass, nor has it 
brought the disastrous decline in business predicted by its opponents. 

US 70 BYPASS - GLENWOOD, AN ECONOMIC IMPACT STUDY 
Arkansas State Highway Department, 1967 

Before and after data comparisons are summarized pertaining to location, 
construction, and operation of the US 70 highway bypass route, the total 
effect of the new facility upon the local economy of Glenwood (pop. 1,402). 
The researchers found that all observed facets of the local economy 
received benefits from the well-designed and efficiently operating US 70 
bypass facility. Retail trade, aided by improved highway transportation, 
is thriving. Industrial transportation has been facilitated by improved 
highway services. Greater freedom of access due to reduced traffic 
congestion has extended benefits to all civic and social institutions. 
Re-routing highway traffic to the highway bypass route outside the 
community has reduced the damage to city streets, with savings accruing to 
the municipal government. Land value and land use have increased. Highway 
traffic and local traffic have benefitted from reduced vehicle costs. 
These vehicle operation cost savings have been distributed to all aspects 
of the economy. Social attitudes have improved. A social and economic 
stimulation has been effected by the operation of the Glenwood bypass 
facility, and the people show it. The findings of this study confirm those 
of similar studies conducted over the entire nation, where in general the 
beneficial economic effects resulting from placement and operation of 
bypass, or alternate route, facilities have been repeatedly established. 

AN ECONOMIC IMPACT STUDY OF INTERSTATE HIGHWAY 35E ON WAXAHACHIE, TEXAS 
Texas A & M University, 1966 

The net change in retail sales in Waxahachie (pop. 14,624) was a 1.3 
percent loss. There was a 13.5 percent decline for all traffic serving 
businesses, a 17.3 percent decline for service stations, a 0.8 percent 
increase for food service establishments, and a 43.3 percent increase for 
motels. Nontraffic serving businesses increased by 10.0 percent. The 
overall increase in retail sales for Waxahachie was 7.9 percent, somewhat 
less than the increase for selected comparison, control towns, and for the 
state of Texas. 

EFFECTS OF HIGHWAY BYPASSES ON FIVE MONTANA COMMUNITIES 
Montana University 

The objectives of this study were to determine the effects of bypasses upon 
the five Montana communities of Cascade, Deer Dodge, Lima, St. Ignatius and 
Superior, populations 604; 4,681; 397; 940 and 1,242 respectively--all 1960 
figures. Generally speaking, highway-oriented firms were hurt some by 
reduced traffic but this was offset, in the view of some people, by 
increased safety. The five bypassed communities, as indicated in the 
report, had a wide range of effects, depending upon the nature of the 
community, especially the strength of local industry, upon the nature of 
the bypass, and upon the reaction of the community to the bypass. 
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Economic and Social Effects of Highways 
U.S. Department of Transportation, 1972 

GAIN OR LOSS IN RETAIL SALES 
AND CHANGE IN TRAFFIC IN TOWNS WITH BYPASSES 

POPULATION 

Less than 1,000 
1,000 - 3,000 
3,000 - 5,000 
5,000 - 10,000 
10,000 - 25,000 
Over 25,000 
TOTAL 

TOWNS HAVING GAINS 
IN SALES 

5 
5 
6 
8 
9 
0 

33 

GEOGRAPHIC IMPACT OF HIGHWAY IMPROVEMENTS 
Washington University~ Seattle 

TOWNS HAVING LOSSES 
IN SALES 

1 
0 
0 
2 
0 
1 
4 

An economic analysis was conducted to determine the effect of the US 
Highway 99 relocation and a resulting bypass on business, real estate 
activity, and general features of community life in Marysville, Washington 
(pop. 5,080). The study period, January 1953 to December 1955, permitted a 
comparison of study area with nearby areas before and after the completion 
of the bypass in November 1954. The principal factors used for comparison 
were: (1) retail sales data, (2) land values, and (3) tax data. It was 
concluded that: (1) eating and drinking places were doing about the same 
amount of business in the two periods, and (2) there was a net gain to the 
community since businesses experiencing increased sales had an absolute 
increase greater than those businesses experiencing decreased sales during 
the time period analyzed. 

A BYPASS ECONOMIC IMPACT STUDY OF CIRCLEVILLE, PIQUA, AND ST. CLAIRSVILLE, OHIO 
Ohio Department of Transportation 

This report presents the findings resulting from the bypass of three Ohio 
cities. The cities were Piqua, Circleville, and St. Clairsville, with 
populations of 19,219; 11,055; and 3,865 respectively. Indicators for 
which data were evaluated in the business activities phase were gas 
stations, restaurants and bars, motels, apparel, auto, drug, food, 
furniture, lumber, machinery--farm and industrial, and miscellaneous. A 
total category for all industry groups was also recorded. Other phases 
included an 0 & D survey, a parking survey, traffic counts, and the com­
pilation of land value data from land assessment records. An examination 
of highway oriented facilities revealed some interesting facts. From 1955 
to 1960 the gasoline gallonage sold decreased from 1 percent, 44 percent, 
and 51 percent for the largest to the smallest of the cities. After the 
bypasses opened, the stations began to specialize more in auto repairing 
and servicing with the result that in 1960 service station sales had 
increased by 126 percent for Piqua and 227 percent for Circleville, of the 
1955 level. St. Clairsville had previously depended for a large percentage 
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of sales on tourists and had recovered to only 82 percent of the 1955 
figure in 1960. Data for all three population centers indicate that motels 
were adversely affected by the bypass. Motel income of four motels in St. 
Clairsville, smallest population center and heavily dependent on tourists, 
decreased by 50, 4, 5, and 40 percent. Decreases in income at two 
Circleville motels were 41 and 15 percent with one motel reportedly deriv­
ing a large portion of its revenue from business people with advance 
reservations. The Piqua motel decreased by only 3.6 percent. This was 
accounted for by its being the only one in the area, and the owner reported 
that demand in the past has almost always exceeded supply. However~ since 
the 1950s motel business has changed. There are now more chains and use of 
advanced reservations which decreases the economic impact of a bypass. 
Data for restaurants could not be segregated from the eating and drinking 
group, and the researchers determined that the results were too spotty for 
firm conclusions. The final general conclusion of the researchers was that 
highway bypasses around population centers may alleviate congestion and 
greatly improve the flow of traffic, but they may cause small adverse 
economic changes. 

LIMITED ACCESS BYPASSES IN CALIFORNIA 
Highway Research Board Special Reports, 1957 

Limited access bypass studies of 12 California towns were completed. Each 
of these studies has taken into account the various indices being 
considered in the Virginia study. If all of the business activity, popu­
lation growth and general community development were analyzed and the 
subject community was found to compare favorably or about the same in 
advance or decrease with other comparable cities or counties, it could be 
assumed that it would continue to follow that trend, all things being 
equal. However, a certain magazine took all of the California studies and 
just combined percentages. This failed to show any differentiation between 
the various types of bypasses. Even though the combined percentages came 
out fairly well, the implications were not relevant. 
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SUMMARY OF FINDINGS 
Over 140 bypassed communities were studied in the various reports 
referenced in this literature review. While the actual beneficial and 
adverse consequences of a highway bypass will be unique to each community, 
the following observations and inferences are supported by these studies: 

The larger cities (populations greater than 2,000) will derive greater 
benefits and fewer adverse impacts from a highway bypass. 

The adverse economic effect of the bypass on cities is greatest when 
the population is small (populations less than 500) because a greater 
percentage of the total area trade comes from through traffic. 

The effect a bypass has on communities with a population of 500 to 
2000 will depend on local factors such as the type of community (i.e. 
bedroom town or isolated community) traffic mix, percent of through 
traffic, and location of retail trade establishments. 

Service stations, small cafes, convenience stores, and motels are the 
most likely to experience a decrease in retail sales. However, many 
of these businesses find that the total volume of business from the 
through traveler is very small in comparison to overall sales. 

Service stations which do more than just sell gas are the most likely 
to remain in business after the completion of the bypass. 

Because of current fuel economy standards few travelers stop for gas 
between their origin and destination. 

Restaurants and cafes that have a good local reputation draw a high 
percentage of their business from local people within a range of five 
miles or so. Many cafes found that the bypass had minimal effect on 
their business. 

Advertizing on the bypass route will significantly reduce the adverse 
impact to motels. 

Customers find the bypassed business district to be a more comfortable 
and safer environment to shop in as a result of decreased conflicts 
with traffic. 

Sales to through travelers make up a smaller portion of total sales 
than is commonly supposed. 

Often new businesses will open or existing businesses will move to 
other streets that serve as the entrance to the city from the bypass. 

After the completion of a bypass the communities on the whole feel 
that the few adversities that result are minor in comparison with the 
benefits. 
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The alternative to a small town bypass is to four-lane the existing 
highway through town. This alternate almost always results in as much 
local opposition as.the bypass alternate. 

Improvement of the existing alignment through town often results in 
utility relocation and replacement costs which are often cost prohibi­
tive for small towns. 

Traffic congestion and accident rates improved dramatically along the 
bypassed highway route through town. 

For the growing community the sooner the bypass is built the less 
costly it will be and the sooner its benefits may be realized. 

When planning a bypass it is important that the bypass does not create 
a barrier to growth of the community in a natural direction. 

Development of the community across the bypass route should be dis­
couraged to minimize traffic conflicts at bypass intersections. 

The thousands of road users who will benefit from a highway bypass and 
the residents of the bypassed community who would benefit from the 
removal of trucks and through traffic from the community are seldom 
heard from or adequately considered during the decision making pro­
cess. 

The smaller the community the more likely the local business interests 
will be the primary consideration of the local government in their 
decision making process. 

The bypass alternative is not always the best alternative to improving 
traffic operations and safety within a highway corridor. Any alternative 
including the do nothing alternative will result in some adverse impacts. 
The final decision must be made after weighing the probable consequences, 
beneficial and adverse. 

The local officials have the responsibility to make a choice that is in the 
best interests of the entire community, not just special interest groups. 
The state government similarly has the responsibility to make the decision 
which is in the best interests of the entire state. Both interests must 
realize that no matter what decision is made there will be some resulting 
adverse impacts. 




